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SUMMARY 

t 
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An investigation has been conducted to determine the effect of 
rotation on the internal flow and force characteristics of an NACA 
l-series E-type cowl, designed to operate with a four-blade single- 
rotation propeller. Pressure recovery, internal flow angle, cowl-gap 
and duct flow, thrust, and torque were measured for the cowling with- 
out a propeller at &%ch numbers from 0.20 to 0.84, inlet velocity ratios 
from 0.19 to 0.93, and advance ratio8 (based on a model propeller diam- 
eter of 4 feet, equivalent to a ratio of cowl dieter to propeller dhm- 
eter of 0.29) from 0.75 to 5.C%. Included are results of surveys of the 
local velocity distribution in the propeller plane. All tests were con- 
ducted with the model, without a propeller, at an angle of attack of O" 
and at a Reynolds number of 1.72 million, based on the maximum diameter 
of the cowl. 

A ram-recovery ratio of about 0.99 was obtained at the design Mach 
number of 0.80 when the cowl was operated at its design inlet velocity 
ratio and rotational speed (internal blade-shank fairings operating near 
zero lift). As would be expected, operation of the cowling so that the 
blade-shank fafrings were at positive angles of attack (any combination 
of inlet velocity ratio and advance ratio, regardlees of Mach number, 
whose product is lese than that for the design Fnlet velocity ratio and 
advance ratio) resulted in higher recoverfes than for the corresponding 
zero-lift condition of operation, due to the pumping action of the blade- 
shank fairinge. However, this ticrease in recovery wa8 accompanied by 
an increase in the power requLr,ed to rotate 'the cowl and by large changes 
in the internal flow angle; up to angles greater than &O" in some cond 
ditions. 

Ram-recovem ratio was relatively uniform across the duct, with var- 
iatfons of less than 4 percent at inlet velocity ratios below O.&O. 

The thrust of the E-cowl was due primarily to the preseure forces 
on the inner and outer surfaces of the cowl, and the pressure forces on 
the spinner and the thrust forces of the blade-shank fairinga were 
relatively small. 
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The successful-application of the turbopropeller powerplant is, in 
part, dependent on the efficient handling of the air required by the tur- 
bine engine (ref. 1). An efficient induction system must handle large 
quantities of air with high recovery ratios and relatively uniform radial 
and circumferential distributions of flow. 

Previous investigations into the efficiency of air induction systems 
for turbine-propeller installations have included studies of a nonro- 
tating NACA E-type cowling (ref. 2) and several NACA D-type cowklngs in 
combination with both single- and dual-rotation propellers (refs. 3 to 6). 
These investigations have been made at both low and high subsonic speeds 
to determine the internal flow characteristics of these types of cowls. -- 

The purpoee.of the present investigation was to study the effect of 
cowl rotation-on the internal flow characteristics and the forces on an 
NACA l-series E-type cowl designed to operate with a four-blade aingle- 
rotation propeller. The tests were conducted in the Ames X&foot pres- 
sure wind tunnel at Mach numbers up to 0.84 for various inlet velocity 
and advance ratios to determine the relationship of these parametera to 
the flow characteristics in the duct and .through the cowl gap, and to the h 
thrust and power requirements of the rotating cowl. Surveys were also 
made to determine the radial velocity distribution in the propeller plane. # 

SYMBOLIS 

A cross-sectional area in a plane perpendicular to the model 
center lfne 

a speed of sound 

external drag coefficient, drag 
QOF 

cowl-gap drag coefficient, 3 (vo-v,t ) 

power coefficient, JZ5Z 
ml35 

D propeller diameter 
(Thrust and power coefficients and advance ratio are based 
on a 4-foot diameter, equivalent to a ratio of maximum cowl 
diameter to propeller aismeter of 0.29.) 

F frontal area of cowling 
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average total pressure 

ram-recovery ratio 

advance ratio, & 

Mach number, i 

mat38 rate of flow, pclV 

rotational speed 
P 

preseilre coefficient, - PO 
cl0 

static pressure 

dynamic pressure, pV2 
2 

radius from center of rotation 

thrust coefficient, thru3t 
PVY 

local velocity in propeller plane 

air-stream velocity 

calculated cowl-gap velocity, assuming expansfon to p. 

inlet velocity rat10 

weight rate of flow, @V 

angle of the chord of the blade-shank fairing tith respect to 
the propeller plane of rotation 

internal flow angle, the angle of the resultant of the axial 
and tangential velocity components of the flow in the duct 
with respect to the axial component of the flow 

mass density of air 
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The numerical subscripts refer to stations shown in figure 1. 

0 free stream 

1 cowling inlet 

2 cowl-gap exit - 

3 ram-recovery rake location _ -. 

MODEL 

The E-type cowling which was investigated was designed to rotate 1. 
.- 

with a four-blade single-rotation propeller and consisted of an NACA 
l-51-117 external cowl and an NACA 1-41.43-042b86 internal spinner inter- 
connected by four propeller-blade-shank fairings having @K!A 0030-34.5 
sections. A sketch of the general model.arrangement showing the prin- t. 
cipal model dimensions, the geometry of the gap between the rotating and 
stationary portions of the cowl, and the-variation of duct area with 
longitudinal station is presented in figure 1. Coordinate8 for the inter- 6. 
nal and external contours of the model are listed in table I. The design 

.- 

information for the model is given in reference 2. A photograph of the _. 
model mounted on the lOGO-horsepower dynamometer in the Ames X2-foot pres- 
sure wind tunnel is shown in figure 2. 

The model, back to 16.38 inches behind the leag edge of-the cowl, 
was identical to the nonrotating E-cowl described in reference 2, except 
for the addition of twist to the blade-shank fairinge and for a small 
difference in the cowl-gap bimeqsions: (Gap area of the nonrotating cowl -- ~ 
was about 10 percent larger than the gap.area of the rotating cowl due to 
difficulties encountered ti assembling the nonrotating model.) The gap 
for the rotating cowl was designed to provide for a leakage air flow 
through the gap-equal to 17 percent of the flow through the inlet at the 
design condition. The twist of the NACA 0030-34.5 blade-shank fairings, 
listed in table II and shown in figure 3, was such as to provide approx- 
imately zero lift (assuming the flow at the.bme-shank fairings was in 
the axial direction s.nd that the velocity was uniform across the duct) at 
the design conditions of a Mach number of 0.86, an advance ratio of 3.7, 
and an inlet velocity ratio of 0.3. 

- 

The instrumentation of the mode1 consiated~of total- and static- 
pressure tubes in the.cowl gap (station 2, fig. l), and total-pressure, 
static-pressure, and yaw rakes in the duct (station 3, fig. 1). 
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The six total- and six static-pressure tubes in the cowl gap were 
spaced alternately 30° apart, at a measuring station 9.85 inches behind 
the leading edge of the cowl. The four shielded total-pressure rakes at 
station 3 are shown in figure 3. Each consisted of nine tubes disposed 
radially across the duct in such a manner that each tube was in the center 
of an area equal to one-thirty-sixth of the total duct area. Calibration 
of the total-pressure rakes indicated that the rakes were accurate within 
1 percent of the impact pressure at angles of attack up to ho for Mach 
numbers up to 0.6. The two static-pressure rakes at station 3 each,con- 
sfsted of nine tubes disposed radially across the duct, with the tubes 
being located at the same radial stations used for the total-pressure rake. 
No attempt was made to calibrate the static rakes as they were considered 
to have the accuracy required for the calculation of the inlet velocity 
ratio. 

The yaw rake at station 3 consisted of five ysw heads (fig. 4) dis- 
posed radially across the duct in such a manner that each yaw head was in 
the center of one of five concentric rings of equal area. . 

The static-pressure rake used to survey the air stream in the propel- 
ler plane consisted of 24 static-pressure tubes at the radii Msted in 
table III. 

TESTS AND REDUCTION OF DATA 

In the investigation reported herein, measurements were made of the 
pressure recoveries and flow angles in the duct, of the flow through the 
duct and the cowl gap, and of the thrust and torque of the rotatlng cowl 
operating without a propeller. Teats were conducted through the range of 
Mach numbers, inlet velocity ratios, and rotational speeds tabulated below: 

Mach 
number, 

M, 

Inlet velocity 
ratio, 
WV0 

Advance 
ratio, 
VOb 

0.20 

:E 
.60 
970 
.80 
.04 

0.20 to 0.93 0.75 to 3.01 
.23 to .88 1.12 to 3.04 
.24 to .86 1.50 to 4.00 
.21 to .02 2.21to 4.98 
.1g to -78 2.63 to 4.95 
.21 to .74 2.97 to 5.00 
.20 t0 .72 3.08 to 5.06 



6 NACA RM A54G14 

Measurements of the local velocities in the propeller plane were made 
with the cowl at a constant rotational speed (2,000 rpm) and for inlet 
velocity ratios ranging from 0.19 to 0.94 and for Mach numbers from 0.20 
to 0.84. 

All tests were conducted with the model, without a propeller, at an 
angle of attack of O" and at a Reynolds number of 1.72 million, based on 
the maximum diameter of the cowl. 

The free-stream Mach number used in this report was taken as the 
average Mach number over the disc area within a 4-foot diameter, as deter- 
mined by velocity surveys reported in reference 7. The Mach number w&s 
corrected for the wind-tunnel blockage due to the cowl by the method of 
reference 8, but in no case did this correction exceed 1 percent. 

The advance ratio was calculated using a diameter of 4 feet in order 
to permit comparison of the force data with those in reference 9. 

The inlet velocity ratio, calculated in accordance with the method 
of reference 10, can be readily converted to mass-flow ratio by use of 
figure 4 of reference 10. 

In the cases where ram-recovery ratio is presented as a function of 
radial location in the duct, the ram-recovery ratio at any radius is the 
arithmetic average of the recoveries at the four total-pressure tubes at 
that radius. All other values of ram-recovery ratio were computed from 
an arithmetic average of the readings from all 36 total-pressure tubes, 
which is equivalent to an area-weighted average. 

L 

The drag coefficient due to the momentum loss in the air flow through 
the cowl gap was computed assuming that the flow in the gap discharged to 
free-stream static pressure. In other words, the exit velocity (V,') was 
computed using free-stream static pressure (po) and local total pressure 
032) l 

The flow angle in the duct was computed from-the differential pres- 
sure across the yaw head, using a calibration relating the differential 
pressure to the an&e..of flow. However, in. order ..to.. lrnm the .true angle 
of flow in the duct, the yaw head in the duct musthave the same aline- 
ment with the undisturbed air stream as it had for.the calibration. Due 
to the difficulty of alining the yaw heads with the axis of rotation, it 
was found that at the design condition of inlet velocity ratio and advance 
ratio, the individual yaw heads indicated flow angles which varied in a 
random manner across the duct and had values ranging from 0' to 5O with 
an average value of 2O. In order to provide a base value from which to 
measure flow angles at the various radial stations, it was assumed that 
the flow angles were O" at the design condition of near zero lift on the 
blade-shank fairings. The angles-presented throughout the report are 
thus the difference between the indicated angle at any given condition 

l - 

L 
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and the indicated angle for the design condition. The angle was con- 
sidered to be positive when the direction of'the flow rotation and the 
cowl rotation were the asme: The cowl rotation was counterclockwise when 
viewed. looking downstresm. 

A calibration of the yaw rake was made for angles of yaw from -20° 
to +20° at +ch numbers up to 0.84. During tests of the rotating cowl 
at combinations of low inlet velocity ratios and low advance ratios at 
low Mach numbers , angles in excess of the calibration Urnits were indi- 
cated, making necessary an extrapolation of the results of the calibra- 
tion to angles in excess of 40'. The calibration curves for a sfmilar 
type of yaw head (ref. ll) show that a linear extrapolation of the cali- 
bration data to an angle of 40' resulted in indicated angles that were 
high by about 10 percent. Granted the initial assumption of zero flow 
angle for the design condition, the accuracy of measurement of the flow 
angles ia considered to be tithin EL0 for flow angles between SO'. For 
flow angles in excess of-20°, the angles measured are probably high by 
approximately10 percent. 

The thrust, torque, and rotational speed of the cowl were measured 
on a dynamometer in a manner similar to that reported in reference 7. 
As presented herein, the thrust is the resultant longitudinal force pro- 
duced by the spinner-cowling combination with the average static pres- 
sure in the duct (station 3) as the pressure assumed to be acting on the 
maximum cross-sectional area of the spfnner. These pressures are shown 
in coefficient form in figure 5 as a function of inlet velocity ratio. 
It may be noted that propeller-shaft tension may be obtained by subtract- 
ing from the thrust vslues the product of these static pressures and the 
cross-sectional area of the propeller shaft. 

The analysis of the accuracy of the thrust measurements, presented 
in reference 7, indicated that the error ti the indicated thrust was, for 
the most part, less than 1 percent of the applied load. The torque of 
the rotating cowl, however, wan less than 2.5 percent of the capacity of 
the torquemeter and the meaeured torque is not consxdered to be as accu- 
rate as the data presented Fn reference 7. 

The local velocities in the propeller plane were calculated using 
the measured local static pressure and free-stream total pressure and were 
corrected for the rake calibration and for the radial vel.ocTty gradfent in 
the tunnel (ref. 7) due to the influence of the dynamometer body. 

The ram-recovery ratios obtained at station 3 for various Mach num- 
hers, inlet velocity ratios, and advance ratios are presented in figure 6 

RESULTS 
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a8 a function of advance ratio, in figure 7 as a function of inlet 
velocity ratio, and in figure 8 as a function of radial station. Ram- 
recovery ratios for the nonrotating E-type cowl (ref. 2) and an INCA 
D-type cowl (ref. 3) are included in figure 7 for comparison. 

The total and static pressures in the gap (station 2) between the 
rotating and stationary portions of the cowling are presented in figure 9 
as ratios (gap to duct total pressures) and pressure coefficients for 
selected Mach numbers and advance ratios. The drag coefficient due to 
the momentum loss in the air flow through the cowl gap for the rotating 
cowl is compared in figure 10 with similar results calculated for the non- 
rotating cowl and with the external drag of the nonrotating cowl (from 
ref. 2). The ratio of the wefght rate of flow through the cowl gap to 
the weight rate of flow at the inlet for the rotating cowl is compared 
in figure XL with similar results (from ref. 2) for the stationary cowl. 

The internal flow angles at station 3 for various Mach numbers, 
inlet velocity ratios, and advance-ratios .are presented in figure 12 as 
a function of advance ratio, in figure 13 as a function of inlet velocity 
ratio, and in figure 14 as a function of radial station. -- 

The thrust and power coefficients fort+rotating cowl are pre- 
sented in figure 15 for selected Mach numbers and advance ratios. -t- =- 

The distribution of velocity in the propeller plane is listed in 
table III &id is presented in figure 16 for a few typical Mach numbers 
and inlet velocity ratios. 

c : 

DISCUSSION 

Internal-Flow Characteristics 

Ram recov'ery.- It can be shown, with reference to the velocity dLa- 
gram given in figure 17, that a change in-either the advance ratio or 
the inlet velocity ratio will result in a change in the angle of attack 
at which the blade-shank fairing in operatkg, and it can be seen from 
figure 15(d) that an increase in the angle of attack of the blade-shank 
fairings is accompanied by an increase in the power required to rotate 
the cowl. With the blade sections operatin@; in the duct, as is the case 
with an E-cowl, any change in thrust due to a change in angle of attack 
and power Mll be accmied by a change in pressure recovery. ml.0 can 
readily be seen in figure 6 where the data show that either decreasing 
inlet velocity ratio, for a constant advance ratio, or decreasing advance 
ratio, for a constant inlet velocity ratio, generally resulted in an 
increase in the recoveries at station 3 as a result of the pumping action 
of the blade-shank fairings.. However, operation-of the blade-shank fair- 
ings at negative angles of attack (a combination of high Met velocity 
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. 
ratio and high advance ratio) or in a stalled condition at high positive 
angle of attack (a combination of low inlet velocity ratio and low advance 
ratio) would be expected to result..+ large losses Fn recovery. The 
losses in pressure recovery at negative angles of attack are due to the 
blade-shank fairing operating as a-turbine and absorbing energy from the 
air stream. this effect is also readdy apparent in ffgure 6, 

The effect of rotation on the recoveries at station 3 is shown in 
figure 7, where the recoveries for both the rotating and stationary 
E-cowls are compared. At the design condition (M = 0.8, V&To = 0.3, 
J= 3.7) for which the blade-shank fairings were designed to operate at 
approximately O" angle of attack, the recoveries for the two configura- 
tions were in good agreement. At any other zero-lift condition, where 
the product of inlet velocity ratio and advance ratio equaled the product 
of the design inlet velocity ratio and advance ratio (V,/nD = 1.11, see 
fig. 17), the recovery for the rotating E-cowl was also in good agreement, 
regardless of Mach number, with that for the stationary model. For the 
reasons explained previously with regard to figure 6, operation of the 
blade-shank fairlngs at positive angles of attack (Vl/nD<l.ll) resulted 
in higher recoveries for the rotating cowl; conversely, operation of the 
blade-shank fairings at negative angles of attack (V,/nD>l.ll) resulted 

. in lower recoveries than those for the stationary cowl. 

A comparison of the recoveries obtained with the rotating E-cowl and 
those obtained with the D-cowl of reference 3 shows that, at the respec- 
tive design conditions (M = 0.8, J = 3.7, V&J, = 0.30 for the E-cowl; 
M= 0.8, J = 3.7, Q/V0 = 0.42 for the D-cowl), the E-cowl recoveries were 
higher by about 13 percent (fig. 7). It should be noted in comparing the 
recoveries for the E- and D-type cowls that the design inlet velocity 
ratio for the D-type cowl was somewhat below the optimum value. (Opt- 
inlet velocity ratio is at the knee of the recovery curve of figure 7.) 
If, on the basis of the data Tn reference 3, the D-type cowl-spinner com- 
bination had been redesigned so that it operated at a more favorable 
inlet velocity ratio, the difference in performance of the two types of 
cowls would probably have been decreased. It can also be seen from 
figure 7 that the effect of inlet velocity ratio on the pressure recov- 
eries was reversed for the two types of cowls. It may be noted that the 
D-cowl tests were made with an operating propeller, whereas the E-cowl 
tests were made without a propeller. However, the addition of a propel- 
ler is not expected to result in any large changes in the internal flow _ 
characteristics of the E-cowl. 

, As shown in both figures 6 and 7, average ram-recovery ratios in 
excess of 90 percent were obtained throughout the range of the tests, 
with a recovery of 99 percent being obtained at the design condition. 

The pressure recovery (fig8) was relatfvely uniform across the 
duct. Variations of less than 4 percent occurred at inlet velocity 
ratios below 0.4. At inlet velocity ratios above 0.4, the recoveries 
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remzxined relatively uniform over the midportion of the duct but decreased 
quite rapidly at both the inner and outer surfaces. The static pressures 
measured in the duct at station 3 were also nearly uniform across the 
duct for all of the-test-conditions. -- -- 

L 

Cowl-gap flow.- Comparison of the data on cowl-gap flow for the rota- .... ,, 
ting-and stationsry E-cowl mMlels+shotis that generally greater losses 
occurred in the gap of the rotating cowl.(fig. g(c)) aa a-result of.the. 
combined effects of the smaller 'g&p dim&jsioj$a_dd the rotation of the 

.- z ; 

It can also be-seen from figure-g(c) that the effect of Mach num: - cowl. 
ber on the ratio of the total pressure W-the gap to the total pressure 
in the duct was more pronoanced for the rotating cowl. Losses in total- 
pressure ratio up to 30 percent occurred at high fnlet velocity ratios 
and high Mach numbers. Pressure.:coefffcients Fn the cowl gap (fig. g(d)) 
were slightly lower for the rotating cowl than for the stationary cowl, 
but the effect of inlet velocity ratio on the pressure coefficients was 
about the same for both cowls. The effect of rotation on the total- 
pressure ratio (fig.g(a)) and pressure coefficient (fig. g(b)) for the 
flow in the cowl gap was relatively small at the low Mach numbers but 
became much larger at high Mach numbers and low inlet velocity ratios. 

In order to analyze further the effect of rotation on the losses in 
the cowl gap, calculations were tide oftbe drag due to the momentum loss 
in the air flow through the cowl gap for the rotating cowl and for the- 
nonrotating cowl of reference 2; ~Thesedkta are -com+ed-3.n figure 10 
and show that the momentum losses in the gap of the rotating cowl were 
higher than those for the nonrotating cowl. At the design condition of 
operation, the cowl-gap drag coefficient Zncreased from 0.001 to 0.005. 
It can also be seen from figure 10 that the effect of compressibility 
on the cowl-gap drag doefficient was negligible for the stationary model; 
whereas the drag coefficient for the rotattig model increased slightly 
with increasing Mach number. 

F. _ 

* 

- 

Figure 10 Klso~shows a comparison of the cowl-gap drag coefficiente 
for the rotating and stationary models with the external drag of the non- 
rotating cowl (from r%T. 2); 

.___: 
For..th e nbtiotatingmodel, the momentum 

drag of the cowl-gap air flow was approximately 5 percent of the external 
drag of the cowl at the design condition. Similar comparison cannot be 
made for the rotating cowl, since the effect of rotation on the external 
drag of the cowl is not known. :. . . . . 

As shown in figure Xi., the variation; with inlet velocity ratio, of 
the ratio of the weight rate of flow through the cowl gap to the weight 
rate of flow through the cowl inlet for the rotating cowl was similar to 
that shown in referenci: 2 for the-nonrotating cowl. However, the weight 
flow ratio for the rotating model was smaller-over the entire range of 
inlet velocity ratios at which the model was tested, as a result of the 
smaller gap area (by about 10 percent) used for the rotating model, and -- 
the increased pressure losses in the gap: At the design condition 
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(M = 0.8, V,/Vo = 0.3, J = 3.7) the wei@t flow ratio for the rotatfng 
model was about 0.12, which is considerably lower than either the design 
weight flow ratio (0.17) or that for the stationary model (0.19, ref. 2). 

ikternal flow angles.- In order to define more fully the flow in the 
duct behind the E-cowl, measurements were made at station 3 to determine 
the flow angles caused by the rotation of the cowl. These measurements 
show (figs. 12 to 14) that the flow angle at station 3 was a function of 
inlet velocity ratio and rotational speed as a result of the change in 
the angle of attack of the propeller-blade-shank fairings, and that an 
increase in the angle of attack (decrease fn inlet velocity and advance 
ratio) resulted in an increase in the flow angle. Further study of 
figure 12 shows that the largest flow angles occurred near the outer sur- 
face of the duct where, at the extreme condition of low inlet velocity 
ratio and high rotational speed, angles in excess of 4-O" were measured. 
As previously discussed in the section "Test and Reduction of Data," the 
internal flow angle for the design condition (M = 0.8, VJVo = 0.3, 
J= 3.7) was assumed to be zero (fig. l-3). On the basis of this assump- 
tion, figure 13 shows that for any condition when the product of inlet 
velocity ratio- and advance ratio was equal to the product of the design 
inlet velocity ratio and advance ratio (Vr/nD = l.ll), the flow angle 
was zero regardless of Mach number. Figure 13 also shows that for a 
given radial station and advance ratio, the effect of Mach number on the 
variation of the internal flow angle tith inlet velocity ratio was neg- 
ligible. For a given inlet velocity ratio, the variation of the internal 
flow angle with radial station was small, generaLly less than 5O, as 
shown in figure 14. 

Force Characteristics 

The thrust of the rotating E-cowl, presented in coefficient form 
in figures 15(a) and (c), consists (aside from the skin-friction forces) 
of the thrust due to the pressure on the cowl and spinner surfaces, and 
the thrust developed by the propeller-blade-shank fairings. It is shown 
from the pressure distributions (ref. 2) over the nonrotating cowl and 
spFnner surfaces that, for a given Mach number, the pressure force on 
the cowl was primarily a function of inlet velocity ratio. Also, as pre- 
viously discussed, the thrust force developed by the propeller-blade- 
shank fairings was a function of both inlet velocity ratio and advance 
ratio. In order to ascertain the relative magnitude of these thrust 
forces, an analysis of the pressure forces on the nonrotating cowling 
was made using the pressure distributions presented in reference 2 and 
the spinner-base pressure coefficients given in figure 5. Although this 
analysis gave only qualitative results, the-general trend and magnitude 
of the data indicated that the predominant portion of the total thrust 
of the E-cowl was due to the pressure on the inner and outer surfaces of 
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the cowl, and that the pressure forces on the spinner and the thrust 
forces of the blade-shank fairings were relatively small. 

The power coefficients measured forythe rotating cowl (figs. 15(b) 
and (d)) were small in comparison to those obtaLned for the model propel- 
ler of reference 9, but have been presented to show that the expected 
trend of increasing power coefficient with either increasing rotational 
speed or decreasing inlet velocity ratio was substantiated. 

Velocity Distributions 

Velocity distributions were measured in the propeller plane Fn order 
to obtain data useful in the design of propellers for use tith lJACA 
E-type cowls. Theae data, presented in table III and figure 16, show 
that velocities considerably in excess of free-stream velocity occurred 
near the outer surface of the cowl. 
h/V0 

At the design condition (M = 0.8, 
= 0.3, J = 3.7) the velocity at the surface of the cowl exceeded 

the free-stream velocity by about 13 percent. The effect of Wet veloc- 
ity ratio on the local velocity ratio was small for the test range of 
Mach numbers and inlet velocity ratios. 

The following summarizing remarks may be made regarding the results 
of the subject investigation: 

Operation of the rotating cowl at advance ratios and inlet velocity 
ratios whose product equaled that for the design inlet velocity ratio 
and advance ratio (blade-shank fairings at near zero lift condition) 
resulted in ram-recovery ratios of 0.98 or better. At any condition of 
operation (regardless of Mach number) where the product of inlet velocity 
ratio and advance ratio was less than that for the design condition, the 
ram-recovery ratio was greater than that for the corresponding zero lift 
condition,due to the pumping action of the blade-shank fairings. However, 
this Increase 3.n recovery was accompanied by an increase in the power 
required to rotate the cowl and by large changes in the internal flow 
angles, up to angles greater than 40° in some conditions. conversely, 
operation of the cowl at inlet velocfty ratios and advance ratios whose 
product was greater than that for the design condition resulted in lower 
recoveries, negative flow angles, and decreased power coefficients due 
to the blade-shank fairings operating as a turbtie snd absorbing energy 
from the internal flow. 

Ram-recovery ratio was relatively uniform across the duct with vari- 
ations of less than 4 percent at inlet velocity ratios below 0.40. 



KACA RM A54Gl4 13 

The ratio of the weight rate of flow through the cowl gap to the 
weight rate of flow throu& the cowl inlet increased with decreasing 
inlet velocity ratio but was practically unaffected by rotational speed 
and only slightly affected by Mach number. For the design condition, 
the weight flow ratio was 0.12 as compared to the design value of 0.17. 

The thrust of the E-cowl was due primarily to the pressure on the 
inner and outer surfaces of the cowl, and the pressure forces on the 
spinner and the thrust forces of the blade-shank fairings were relatively 
small. 

For the design condition, the local velocity in the propeller plane 
exceeded the free-stream velocity by as much as 13 percent near the outer 
surface of the cowl. The local velocity ratios, however, were not greatly 
affected by either inlet velocity ratio or Mach nmiber. 

Ames Aeronautical Laboratory 
National Advisory Committee for Aeronautics 

Moffett Field, Calif., July 14, 1954 
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TAB= I.- COWLINGSPINNER COORDI~ 
[Coordinates in inches] 

Ma-tame ILWA Outer 
1-41.~.% 

spinner, 
ofcowl l-saw 

(rs) 

0 

.25 

Kg 3.654 - - - 

?3 - - - :Z 3:571 0 

l.ocl ;.5&7 3.639. $2; 
1.50 . 3.779 X.390 
2.00 l-715 
2.50 1.983 

::g 
2.2lo * 
2.3W 

E 2.399 

4.50 Z-E 4.837 zig 
;:g . 4.943 2:779 

2.8kg 
2.887 
2.gcm 

7.00 2.900 

k'," . 6.316 6.392 4.773 4.874 2.900 2.900 
: :," kg2 4.654 2.900 

2.900 

;:g 
6.W ::z --- 
6.651 4.360 --- 

10.00 la.568 4.360 - - - 
10.50 s6.w 4.360 - - - 
Il.00 l6.744 4.360 --- 
=.50 6.801 4.360 - - - 

S:gl 6.841 4.360 4.360 - - - - - - 
4.360 - - - 
::z --- --.. 

14.50 K.360 - - - 
15.00 
15.50 ;:g 1,: 

16.00 7.000 r6.38 7.000 4":g 1:: 

.eseradiiwMchfomthecowl-gapexit ant3l.ler than the NACA l-series radii. 
are 

15 
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TABm II.- BLADE-SHANK FAIRING COOlXDlXATE3 ANI TWIST 

Coordinates 

Distance Distance 
X, Y, 
in. in. 

0 
l 07 
.14 
.28 
.42 

:% 
1.12 
1.68 
2.24 
2.52 
2.80 
3.36 

2% 
5.04 
5.32. 
5.60. -- 

0 
~52 
.222 
,325 
.407 
l 475 
4% 
.670 

:z$ 
.840 
.834 

2:: 
.524 
-303 
.168 
.017 

T Twiet 

Radius from Angle from 
center of plane of 
rotation, rotation, 

in. P, deg 

2.1 
2.2 
2.4 
2.6 
2.8 

;:2" 
3.4 
3.6 
3.8 

i:: 

t*: 
4:8 

;:: 

76.1 

;z-; 
72:9 
71*7 

2,"'; 
68:l 
67.0 
65.8 
64.7 
63.6 
62.6 
61.5 
60.5 
59*5 
58.5 

c 

i 
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TABLE III.- LOCALVEL0XTYRATIO INTEE PROPELGERPLANE; U/V 0 
1 
1 
1 
1 
1 
I 
1 
1 

: 

3 
1 
1 
1 
1 
1 
1 
1 
1 
I 
1 
1 
1 
1 
1 

O-67 

1.13 
1.139 
l.IE 
l.L?O 

i-E% 
lh 

EJ 

kz.2 

::g 
l-mu 
La?6 
1.01, 
l.Ol, 
1.01, 
1.012 
Lola 

%z 
1:Olz 
- 

I 
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Length of NACA I-51-117 cowl 
Note: Dimensions shown in inches. 

r Sliding throttle 

Model center line - 

LNACA I-41.43-042.88 spinner To leading edge -+l0.00-1 Detail ‘A’ 

I ! ! ! ! ! ! ! ! !!!! 
.- 
. !z 6 .26 

t 3 33 
P ‘-0 2 4 6 8 IO I2 I4 

Distance from leading edge of cowl, in. 

of cowl 

To kodel 
center line 

- 
Biguxe l.- Model. arrangement 8.d duct area Mstribution. \9' 



Figure 2.- The mdel mounted on the lOOO-horsepower dynamometer in the 
l2-fciot pressure wind tunnel. 



, 

A-18137.1 
Figure 3.- Close-up of the model ~hcfwing the blade-shank faIrin@ 

and the total-pressure rakee. 
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IWCA FM AsG14 
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-- A 

,040 0.0. hard 
drown stainless 
steel tubing 

Detail @ 

Fig-me 4.1 Yaw head details. 
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Figure 6.- Continued. 
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e 

(I) NACA l-series E-type cowling , rotating 
(2) NACA l-series E-type cowling , nonrotating (ret 2 I 
(3) NACA l-series D-type cowling , platform junctures (ref. 3) 
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Figure 7.- The effect of inlet velocity ratio on the average 
ram-recovery ratio. 
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rotating and stationary portions of the cowl. 
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Figure 9.- Continued. 
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(1) cDg -PdACA l-series E-type cowl, rotating 

(21 cDg -NACA l-series E-type cowl , nonrotating 
(calculated from dafa of ref. 2) 

(3) CD -NACA l-series E-type cowl, nonrotating 
(ref. 2) 

(a) J = 2.0 

(b) J=2.8 

.2 .4 .6 .8 
Inlet velocify rafio , VI/V, 

Figure lo.- The effect 
due to the momentum 
and on the external 

M, 
-0.20 
--m-w -40 
-- -70 
--- .80 
---- -84 

(c> J = 3.7 

of inlet velocity ratio on the drag coefficient 
loas in the air flow through the cowl gap (Qg) 
drag of the cowl (CD). 
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Figure l.3.- Continued. 
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